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7 o  the  Board  of  Canal  Commissioners  of  Pennsylvania! 

Genllemen: — When  my  last  annual  report  was  submitted,  eleven  and  a  quarter 
miles  of  the  new  road  for  the  avoidance  of  the  inclined  planes  of  the  Allegheny 
Portage  railroad,  were  then  under  contract.  About  five  miles  of  this  distance,  from 
the  intersection  of  the  new  road  with  the  long  level  of  the  old  road,  one  mile  below 
the  foot  of  plane  number  two,  to  the  foot  of  plane  number  four,  it  was  contemplated, 
would  be  completed  and  in  use  about  the  first  of  August  last,  graded  and  laid  with  a 
single  track;  but  the  Legislature  at  its  last  session,  with  the  view  to  an  improve¬ 
ment  equal  in  capacity  to  the  mountain  division  of  the  Pennsylvania  railroad,  di¬ 
rected  that  part  of  the  new  work  to  be  constructed  with  a  double  track,  the  curves 
on  the  long  level  straightened,  and  the  north  track  of  said  level  laid  with  a  heavy  T 
rail.  This  change  of  the  plan  from  a  single  to  a  double  track  road,  materially  in¬ 
creased  the  amount  of  work  to  be  done,  and  consequently  delayed  its  completion.  A 
portion  of  the  new  road,  however,  from  the  intersection  with  the  long  level,  to  the 
foot  of  plane  number  three,  was  brought  into  use  on  the  sixth  of  the  present  month, 
and  the  balance  of  the  distance  to  the  foot  of  plane  number  four,  will  be  finished 
with  a  single  track  by  the  first  of  January  next. 

About  one  mile  and  a  half  of  the  long  level  has  been  relaid  with  a  heayy  T  rail, 
extending  westward])”,  from  the  upper  end  of  Jefferson,  to  the  intersection  of  the 
new  road.  Upon  that  portion  west  of  the  part  which  has  been  relaicT,  extending  to 
Pringle’s  Point,  embracing  about  two  miles,  the  work  is  in  such  a  state  of  forward¬ 
ness  as  to  warrant  its  completion  in  the  early  part  of  next  season.  Half  a  mile  of 
new  track  on  the  long  level,  extending  from  the  stone  viaduct  eastwardiy,  will  be 
laid  during  the  winter  season,  which  will  be  available  for  the  spring  business.  On 
the  intermediate  distances  nothing  has  yet  been  done,  as  it  was  deemed  inexpedient 
to  interfere  with  this  portion  of  the  road  until  the  Pennsylvania  railroad  company’s 
work  was  farther  advanced. 

To  pass  through  Pringle’s  Point,  as  suggested  in  my  last  report,  along  side  of  the 
Pennsylvania  railroad,  would  involve  an  outlay  that  may,  with  propriety,  be  dis¬ 
pensed  with  at  the  present  time,  as  the  curvature  of  the  old  road  may  be  materially 
improved  at  that  point,  at  a  comparatively  small  expense.  The  cut  through  that 
point  has  been  proven,  by  the  excavations  of  the  Pennsylvania  railroad,  to  be  of  a 
more  difficult  character  than  was  anticipated.  The  gain  in  distance  would  not  com¬ 
pensate  for  the  increase  of  cost. 

The  Legislature,  at  their  last  session,  likewise,  appointed  William  Milnor  Roberts 
and  Edward  F.  Gay,  in  conjunction  with  myself,  for  the  purpose  of  re-examining  the 
line  of  the  new  road  between  the  foot  of  plane  number  four  and  Hollidays’burg,  with 
a  view  to  avoid  ail  the  planes  between  said  points,  or  as  many  as  might  be  deemed 
more  practicable,  and  for  the  best  interest  of  the  Commonwealth  (see  appendix). 
The  work  from  the  foot  of  plane  number  four,  to  the  western  end  of  the  tunnel,  at 
Sugar  Run  Gap,  which  was  put  under  contract  at  the  same  time  as  that  from  the 
•  intersection  to  the  foot  of  plane  number  four,  was  partially  suspended  by  the  con¬ 
tractors,  until  after  the  re-examination  of  the  line  had  been  made.  Since  then  it  has 
been  prosecuted  with  vigor,  and  a  number  of  the  sections  are  far  advanced  to  com¬ 
pletion.  The  tunnel  and  eastern  slope  of  the  mountain  was  put  under  contract  at  at. 
early  a  day  as  practicable,  after  the  line  had  been  re-examined.  The  shaft  for  the 
working  of  the  tunnel  has  been  excavated  to  nearly  its  !  all  depth;  the  sppioaches 
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at  each  end  commenced,  and  all  the  sections  on  the  eastern  slope  of  the  mountain, 
upon  which  a  considerable  amount  of  work  has  been  done.  With  a  sufficient  ap¬ 
propriation,  at  an  early  day  after  the  meeting  of  the  Legislature,  planes  number  nine 
and  ten  may  be  avoided  by  the  spring  of  eighteen  hundred  and  fifty-four,  and  the 
balance  of  the  planes  by  the  month  of  July  following. 

My  original  estimate  for  the  avoidance  of  all  the  planes,  for  the  line  but  slightly 
varying  from  that  as  now  located,  was  one  million  four  hundred  and  ninety-five  thou¬ 
sand  dollars  for  a  double  track.  The  work  at  that  time,  I  am  satisfied,  could  have 
been  completed  within  my  estimates ;  but  the  great  increase  in  the  price  of  material 
and  labor,  will  probably  increase  the  cost  of  the  work  some  two  hundred  and  fifty 
thousand  dollars.  The  increase  in  the  price  of  the  iron  alone,  had  it  all  to  be  purchased 
at  this  time,  would  amount  to  not  less  than  one  hundred  and  fifty  thousand  dollars 
more  than  if  purchased  a  year  ago;  fortunately  for  the  Commonwealth,  almost  one- 
half  of  the  amount  required  was  purchased  at  that  time.  The  grading  of  the 
Western  slope  of  the  mountain,  although  several  of  the  sections  have  been  re-let  at 
higher  prices  than  at  first  contracted  for,  will  not  much  exceed  my  original  estimate. 

The  eastern  slope,  which  was  put  under  contract  a  year  later,  will  cost  from 
twenty  to  twenty-five  pel-  cent,  more  than  it  would,  had  it  been  put  under  contract 
u  year  earlier.  The  whole  work  may,  however,  be  graded  for  a  double  track;  and 
a  single  track  of  superstructure  laid,  with  sufficient  passing  places  at  proper  points, 
for  a  sum  even  below  the  original  estimate,  or  both  tracks  may  be  laid  throughout 
the  whole  line,  for  a  sum  not  exceeding  two  hundred  and  fifty  thousand  dollars  over 
my  estimate.  Five  hundred  and  seventy-five  thousand  dollars  have  already  been 
appropriated,  if  it  should  all  be  available,  toward  the  construction  of  the  work;  one 
hundred  thousand  dollars  of  this  amount,  may,  however,  be  considered  as  strictly 
applicable  to  straightening  of  the  curves  and  laying  the  north  track  on  the  long 
level,  which  was  not  contemplated  nor  included  in  my  original  estimate.  With  an 
appropriation  of  seven  hundred  thousand  dollars  during  the  early  part  of  the  next 
session  of  the  Legislature,  and  a  certainty  a  year  hence  of  the  balance  necessary  to 
complete,  the  work  may  be  brought  into  operation  by  the  time  I  have  already  stated, 
but  not  otherwise.  Whatever  sum  may  be  realized  from  the  sale  of  the  materials 
of  the  old  road,  will  be  a  fair  item  to  be  deducted  from  the  whole  cost  of  the  new 
work  thus: 

Original  estimated  cost  for  a  double  track  road  - 
Add  for  increase  in  price  of  iron  and  labor,  say  ... 

Add  for  straightening  curves  and  laying  north  track  of  long  level 

with  heavy  T  rail,  as  per  act  4th  May,  1852 


Deduct  estimated  value  of  old  road  - 

Deduct  amount  absolutely  appropriated  - 

Deduct  amount  conditionally  appropriated  (if  in  Treasury) 
Amount  yet  to  be  provided  - 


31,495,000 

00 

250,000 

00 

100,000 

00 

SI, 846, 000 

00 

248,050 

00 

31, 500, 850 

00 

575,000 

00 

81,221,850 

00 

200,000 

00 

$1,021,850 

00 

A  strict  account  of  the  value  of  the  materials  taken  from  the  old  road  as  it  may 
be  abandoned,  whether  applied  to  the  repairs  of  such  portions  of  the  old  road  neces¬ 
sary  to  be  used  until  the  new  road  is  completed,  or  disposed  of  otherwise,  should  he 
kept,  so  as  to  know  precisely  how  much  may  have  been  realized  from  that  source. 

The  act  of - ,  1851,  specifically  appropriates  the  proceeds  from  the  sale  of  the 

materials  of  the  old  road  to  the  construction  of  the  new  road,  and  any  portion  of  the 
material,  or  the  proceeds  from  the  sale  ol  the  materials  of  the  old  road,  that  may  be. 
applied  to  keeping  up  the  repairs  of  the  old  road  until  the  a.eW  read  m  completed. 
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should  be  charged  to  the  repair  fund  and  credited  to  the  new  work.  An  insuffi¬ 
cient  appropriation  at  the  next  session  of  the  Legislature  may  delay  the  work  one 
or  even  two  years,  create  the  necessity  of  making  heavy  appropriations  to  keep  up 
the  planes,  and  give  to  a  rival  line  every  facility  to  divert  the  business  from  the  State 
works  before  they  are  in  a  fit  condition  to  contend  with  advantage  against  such  an 
attempt.  The  Board,  therefore,  cannot  too  strenuously  urge  upon  the  Legislature 
the  vital  importance  of  an  early  and  liberal  appropriation  to  carry  on  the  work. 
Procrastination  will  be  found  to  be  ruinous  policy.  With  the  planes  all  avoided, 
and  an  abundant  supply  of  water  for  the  canals  from  the  reservoirs  that  have 
been  constructed,  the  main  line  will  be  so  much  increased  in  capacity  for  business 
that  the  tolls  on  all  heavy  articles  may  be  very  considerably  decreased ;  indeed, 
there  seems  to  be  no  substantial  reason  why  flour,  beef,  pork,  grain,  hardware,  salt, 
whiskey,  iron,  and  many  other  articles  that  might  be  enumerated,  may  not  be  car¬ 
ried  as  cheap  by  canal  as  anthracite  or  bituminous  coal.  In  fact,  the  rates  now 
charged  on  through  freights  on  many  of  those  articles,  will  compare  favorably  with 
the  lowest  standard  of  rates  that  it  has  been  predicted  will  be  adopted  by  rival  lines, 
when  their  works  shall  be  completed. 

The  Reading  railroad,  for  cheapness  of  transportation,  will  compare  favorably  with 
any  other  road.  Its  gradients  are  peculiarly  adapted  to  the  character  of  its  busi¬ 
ness.  Yet,  if  the  rates  of  toll  are  any  criterion  by  which  to  form  a  correct  opinion, 
the  Schuylkill  navigation  can  carry  full  as  cheaply.  During  the  boating  season,  up 
to  the  present  time,  the  increase  of  tonnage  is  far  beyond  that  of  the  Reading  rail¬ 
road,  for  the  same  period  of  time,  compared  with  the  tonnage  of  the  respective  works 
of  the  previous  year.  The  increase  on  the  railroad  has  only  been  about  two  hun¬ 
dred  and  fifty  tons,  whereas  the  increase  on  the  Schuylkill  navigation  has  been  two 
hundred  thousand  tons.  It  has  also  been  predicted,  when  the  Pennsylvania  railroad 
is  finished,  that  the  Western  division  of  the  canal,  from  Johnstown  to  Pittsburg,  will, 
in  a  great  measure,  be  rendered  useless.  This  idea  can  only  exist  in  a  diseased 
imagination.  The  measured  distance,  it  is  true,  is  less  by  the  railroad  than  by  the 
canal,  but  it  must  also  be  recollected  that  the  railroad  has  four  summits  to  overcome 
in  the  distance,  three  of  which  have  to  be  surmounted  with  maximum  gradients  of 
fifty-two  and  eight-tenth  feet  per  mile,  which,  if  equated,  would  more  than  equal  the 
distance  by  canal,  and  compare  less  favorably  than  the  Eastern  division  of  the  canal 
does  with  the  Eastern  portion  of  the  Pennsylvania  railroad ;  which  portions  of  the 
rival  works  (if  they  can  be  considered  as  such  to  each  other)  assume  a  fairer  com¬ 
parison  with  the  Schuylkill  navigation  and  Reading  railroad  than  any  other  part  of 
the  distance  between  Harrisburg  and  Pittsburg.  It  may  be  the  interest  of  the  stock¬ 
holders  in  the  Pennsylvania  railroad  that  the  main  line  of  the  State  works  should,  in 
a  measure,  be  rendered  useless,  but,  for  the  general  prosperity  of  the  cities  of  Phila¬ 
delphia  and  Pittsburg,  and  to  protect  the  business  community  and  the  public  from 
imposition,  the  more  avenues  for  trade  and  travel  the  better.  If  the  argument, 
that  the  Pennsylvania  railroad  will  injure  the  main  line  of  the  State  works  have  any 
force,  the  same  argument  will  apply  with  greater  force  to  the  Pennsylvania  railroad 
when  the  Sunbury  and  Erie  railroad  is  made. 

That  road,  instead  of  having  five  different  summits  to  overcome,  will  have  but  one, 
with  a  maximum  gradient  of  fifty-two  and  eight-tenth  feet  per  mile,  and  in  regard  to 
distance,  when  equated,  will  be  much  shorter  from  Cleveland,  the  great  point  of  con¬ 
centration,  either  to  New  York,  Philadelphia,  or  Baltimore,  thah  by  the  Pennsyl¬ 
vania  railroad  route  to  Philadelphia;  and  possessing  the  power  by  its  peculiar  lo¬ 
cality  and  cheapness  of  construction,  the  Sunbury  and  Erie  railroad  may  so  discrimi¬ 
nate  in  its  tariff  of  tolls  as  to  direct  even  a  portion  of  the  lighter  freights  from  the  city 
of  Pittsburg.  If  there  should  not  be  business  for  all,  what  then  is  to  become  of  the 
Pennsylvania  railroad?  The  subscription  to  its  stock  and  its  loans  now  exceed 
fifteen  millions  of  dollars,  and  when  graded  for  a  double  track,  and  the  second  track 
laid  the  whole  distance  between  Harrisburg  and  Pittsburg,  the  probability  is  that  the 
whole  cost  of  the  road  and  fixtures  will  exceed  eighteen  millions  of  dollars, 
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The  Stale  works  between  the  same  points,  when  the  new  Portage  road  is  com¬ 
pleted,  will  have  cost  very  little  over  the  half  of  that  sum.  The  original  cost  of  the 
Eastern  division  of  the  canal,  from  Clark’s  ferry  to  Columbia,  was  one  million  seven 
hundred'and  thirty-six  thousand  five  hundred  and  ninety-nine  dollars  forty-two  cents; 
but  one-third  of  this  distance  must,  however,  be  taken  into  the  estimate,  from  Har¬ 
risburg  to  Clark’s  ferry.  Its  proportion  would  be  five  hundred  and  seventy-eight 
thousand  eight  hundred  and  sixty-six  dollars  thirty-seven  cents.  The  original  cost 
of  the  Juniata  division,  from  Clark’s  ferry  to  Hollidaysburg,  three  millions  five  hun¬ 
dred  and  twenty-one  thousand  four  hundred  and  twelve  dollars  twenty-one  cents. 
The  original  cost  of  the  Western  division,  from  Johnstown  to  Pittsburg,  three  millions 
and  sixty-nme  thousand  eight  hundred  and  seventy-seven  dollars  thirty-eight  cents. 
The  cost  of  the  Eastern  and  Western  reservoirs  about  twro  hundred  and  sixty  thous¬ 
and  dollars  ;  and  the  cost  of  the  new  Portage  railroad,  if  both  tracks  of  those  portions 
of  the  road  not  necessary  to  the  avoidance  of  the  planes  is  relaid  with  a  heavy  T 
rail,  probably  two  millions  of  dollars.  Depots,  engines,  and  fixtures  connected  with 
the  running  of  the  road,  between  Hollidaysburg  and  Johnstown,  say  two  hundred 
and  fifty  thousand  dollars ;  making  the  whole  cost  of  the  main  line  of  the  State 
works  from  Harrisburg  to  Pittsburg,  nine  millions  nine  hundred  and  eighty  thousand 
one  hundred  and  fifty-five  dollars  ninety-six  cents ;  requiring  only  about  half  the  net 
profits  on  its  business  that  the  Pennsylvania  railroad  will  on  an  equal  amount,  to  pay 
six  per  cent,  interest  on  the  investment.  But  no  one  familiar  with  the  vast  extent 
of  railroads  in  the  Western  States,  and  their  daily  increase,  but  must  be  satisfied 
that  all  the  lines  of  railroads  and  canals  leading  to  the  cities  of  the  seaboard  will  be 
abundantly  supplied  with  trade,  and  that  more  will  still  be  required  to  keep  pace 
with  the  unexampled  prosperity  of  the  Union.  The  tolls  on  the  New  York  and 
Erie  railroad  for  the  ensuing  year,  it  is  computed,  will  exceed  the  enormous  sum  of 
upwards  of  three  millions  of  dollars,  yet  there  has  been  a  gradual  increase  of  tonnage 
on  the  Erie  canal,  notwithstanding  another  railroad  runs  along  its  banks,  doing  an 
equally  profitable  business. 

The  main  line  of  the  State  works  of  Pennsylvania  has  therefore  no  rival  to  fear' 
if  only  prudently  protected  by  legislative  action. 

Western  reservoir. 

# 

The  magnitude  of  this  work  required  unceasing  energy  on  the  part  of  the  con¬ 
tractors  to  place  it  in  a  safe  situation  to  be  of  service  during  the  past  season.  On 
the  tenth  of  June  last  the  sluice  gates  were  all  closed  and  the  water  allowed  to  accu¬ 
mulate,  so  that  by  the  latter  part  of  August  it  had  raised  to  a  height  of  nearly  forty 
feet  above  the  feeding  pipes.  At  this  time  the  water  in  the  western  division  of  the 
canal  began  to  fail,  but  was  promptly  and  abundantly  supplied  during  the  remaining 
part  of  the  season ;  and  hereafter  there  can  be  no  apprehensions,  under  the  most 
unfavorable  circumstances,  that  there  will  be  an  insufficiency  of  water  to  keep  the 
canal  navigable  during  the  boating  season.  Every  part  of  the  work  has  been  con* 
structed  in  the  most  substantial  manner,  and  reflects  much  credit  on  the  contractors. 
The  whole  work  will  be  completed  in  a  short  time,  and  no  further  appropriation 
will  be  required  than  has  already  been  provided. 

* 

tShamokin  s chute. 

The  repairs  to  the  Shamokin  schute  have  been  continued  during  the  past  season,, 
and  completed  in  a  substantial  manner,  which  has  rendered  its  passage  perfectly 
safe  for  rafts  and  arks.  This  has  never  been  the  case  heretofore  since  the  Shamo¬ 
kin  dam  was  erected;  and,  although  the  work  has  cost  a  considerable  sum,  yet,, 
when  compared  with  security  to  private  property,  it  must  sink  into  insignificance. 
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Gui-iet  lock  at  Northumberland. 

In  July  last  the  out-let  bck  at  Northumberland  was  put  under  contract.  This 
work  is  so  far  advanced  to  completion  as  to  warrant  the  use  of  it  for  the  spring  bu¬ 
siness  on  the  canal.  The  old  out-let  locks  should  then  be  put  in  perfect  order,  so 
that  hereafter  there  might  be  no  possibility  of  any  interruption  to  the  trade  at  that 
point.  The  appropriation  for  the  new  out-let  lock  will  be  sufficient  for  the  work. 

Respectfully, 

ROBERT  F ARIES,  State  Engineer. 


Harrisburg,  December  10;  1852. 
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APPENDIX, 


‘ To  the  Board  of  Canal  Commissioners  of  the  State  of  IJ ennsylvama : 

Gentlemen  : — In  pursuance  of  the  20th  section  of  an  act  of  the  Legislature  of 
Pennsylvania,  approved  May  4th,  1852,  the  undersigned  have  met  owthe  line  of  the 
Allegheny  Portage  railroad,  and  made  an  examination  from  the  foot  of  plane  No.  4  to 
Hollidaysburg,  “  with  a  view  to  avoid  all  the  planes  between  said  points,  or  as  many 
as  may  be  deemed  practicable,  and  for  the  best  interest  of  the  Commonwealth,”’ 
upon  which  we  have  the  honor  to  present  the  following  report : 

The  mountain  region  embraced  within  the  limits  designated,  has  been  subjected* 
to  repeated  examinations  of  experienced  engineers,  and  its  topographical  features1 
are  now  accurately  defined  and  well  known.  Messrs.  Clarke  and  Hilgate,  Nathan 
S.  Roberts,  Col.  Long,  Moncure  Robinson,  Sylvester  Welch,  Hotho  Hage,  Charles 
L.  Schlatter,  J.  Edgar  Thomson,  Edward  Miller,  and  others,  have,  at  different  periods, 
from  1824  to  the  present  time,  made  careful  instrumental  surveys ;  and  Mr.  Farres, 
the  engineer  of  the  new  Portage  railroad,  has  had  the  advantage  of  the  results  of 
their  experience,  combined  with  his  own  personal  explorations  and  observation;  so 
that  the  field  for  re-examination—^originally  a  wide  one — has,  through  the  laborious 
investigation  of  these  gentlemen,  been  reduced  within  comparatively  narrow 
bounds. 

The  route  traced,  and  recommended  by  Mr.  Faries,  to  avoid  the  planes  from  No.  4 
to  No.  10,  inclusive,  commences  a  short  distance  below  the  foot  of  plane  No.  4  (being- 
the  continuation  of  the  new  line  already  located,  under  contract,  and  in  process  of 
construction,  thence  to  Johnstown,  avoiding  planes  Nos.  1,  2,  and  8),  and  continues 
alongthe  Western  slope  of  the  main  range  of  the  Allegheny  mountain,  parallel  with 
and  almost  touching  the  Pennsylvania  railroad  for  five  and  a  half  miles  to  the  cross¬ 
ing  of  a  smrdl  branch  of  the  Clearfield,  where  the  two  lines  diverge.  The  Penn¬ 
sylvania  line  inclines  to  the  left,  and  passes  through  the  main  ridge  of  the  mountain 
at  Sugar  run  gap,  by  a  tunnel  3,570  feet  in  length,  and  thence  descends  by  the  left 
branch  of  Sugar  run,  and  along  the  slopes  of  the  eastern  face  of  the  mountain  to 
Altoona,  a  new  town,  about  six  miles  from  the  Portage  railroad,  with  which  it  is  con¬ 
nected  by  a  branch.  The  line  surveyed  for  the  new  Portage  road  continues  on  a 
very  direct  course  from  this  point  of  divergence  to  Sugar  run  gap  more  to  the  south, 
and  passes  the  mountain  ridge  by  a  tunnel  1800  feet  in  length ;  the  grade  at  the 
eastern  approach  of  the  tunnel  being  about  25  feet  above  that  of  the  Pennsylvania 
road.  Thence  it  is  traced  along  the  right  bank  of  Sugar  run  for  about  three  miles, 
where  it  curves  round  a  spur  of  the  mountain  and  passes  over  the  favorable  dividing 
ground  between  the  waters  of  Sugar  run  and  Fetter’s  run.  It  then  crosses  the  two 
main  branches  of  Fetter’s  run,  and  cuts  through  the  dividing  ridge  between  the 
waters  of  Fetter’s  and  Blair’s  run.  It  passes  thence  along  very  favorable  sideling 
ground  along  the  left  side  of  the  valley  ol  Blair’s  run  to  a  point  just  above  the  foot 
of  plane  No.  8.  Here  it  curves  and  crosses  Blair’s  run  and  one  of  its  tributaries, 
by  an  embankment  and  a  cut  through  the  spur  near  the  foot  of  the  plane,  on  the 
right  side  of  the  valley.  Thence  it  is  traced  along  the  side  hill,  above  the  present 
Portage  road,  crossing  it  above  plane  No.  9,  and  continuing  below  it  till  it  reaches 
the  plane,  about  half  way  down,  where  it  crosses  it  again,  it  continues  along  the 
sloping  side  hill  above  the  present  road,  gradually  approaching  it,  crossing  it  between 
planes  Nos.  9  and  10,  and  immediately  above  the  latter  plane  it  cuts  through  the 
ridge,  crosses  a  small  branch  of  Blair’s  run,  which  puts  in  at  the  foot  of  the  plane. 
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and  passes  through  a  dividing  ridge  to  the  waters  of  Dry  run;  thence  down  the 
valley  of  Dry  run  to  the  point  of  intersection  with  the  present  road,  between  Dun- 
cansville  and  the  junction  of  the  Pennsylvania  railroad  branch  from  Altoona. 

This  is  the  line  we  have  examined,  and  which  was  traced  with  a  view  to  avoid 
all  the  planes  between  the  foot  of  plane  No.  4  and  Hollidaysburg. 

From  the  foot  of  plane  No.  4  along  the  western  slope  of  the  mountain,  to  the  sum¬ 
mit  west  of  the  tunnel,  a  distance  of  6  miles,  the  average  grade  is  53  feet  per  mile  ; 
the  maximum  being  66  feet  for  one  mile.  From  the  summit  to  the  junction  with 
the  present  Portage  road,  about  two  miles  above  Hollidaysburg,  the  highest  gradient 
employed  is  75  feet  per  mile,  on  straight  lines,  reduced  proportionally  on  curves. 
The  minimum  radius  of  curvature  in  a  few  instances  is  700  feet. 

There  are  some  heavy  cuts  and  fills  naturally  incident  to  a  mountainous  country, 
but  no  extraordinary  difficulty  is  encountered ;  and,  as  a  whole,  we  regard  the  line 
as  remarkably  favorable.  The  tunnel  is  advantageously  located  at  the  narrowest 
and  lowest  depression  of  Sugar  run  gap,  where  the  highest  point  is  but  135  feet 
above  grade  ;  whilst  at  the  Pennsylvania  railroad  tunnel,  a  few  hundred  yards  farther 
north,  the  working  shafts  are  200  feet  deep.  The  excavations  in  the  latter,  at  the 
-entrances  and  from  one  of  the  shafts,  are  now  over  1100  feet  in  length ;  and  expe¬ 
rience  has  shown  that  the  tunneling  will  not  be  of  a  difficult  character. 

From  our  examinations  of  the  route,  we  are  of  opinion  that  Mr.  Faries1  estimate 
of  the  cost  of  completing  the  work,  on  the  plan  he  has  proposed,  is  sufficient  ;  and 
we  think  he  has  selected  the  best  ground  for  a  road  avoiding  all  the  planes  which 
'Can  be  found  between  the  foot  of  plane  No.  4  and  Hollidaysburg.  In  regard  to 
grades  and  cost,  we  believe  it  is  superior  to  the  new  York  and  Erie,  the  Pennsyl¬ 
vania,  or  the  Baltimore  and  Ohio  railroad,  and  in  curvature  equally  good.  We  have 
carefully  investigated  the  main  question  presented  for  our  consideration  by  the  terms 
of  the  20th  section  of  the  act  to  which  we  have  referred,  and  have  no  hesitation  in 
expressing  a  decisive  opinion  in  favor  of  the  adoption  of  the  route  as  traced  for 
avoiding  all  the  planes.  It  has,  we  know,  been  suggested  that  planes  Nos.  6,  7,  and 
8,  the  three  highest  and  steepest  planes  on  the  eastern  slope,  beginning  at  the -sum¬ 
mit,  should  be  retained,  and  modified  and  improved  so  as  to  render  them  more  effec¬ 
tual  and  economical  in  their  operation.  To  accomplish  this,  a  new  line  must  ne¬ 
cessarily  be  constructed,  on  a  different  route,  from  the  foot  of  plane  No.  4  to  the 
head  of  plane  No.  6.  The  distance  is  5  miles,  and  the  total  rise  434  feet,  requiring 
an  average  grade  of  86.67  feet  per  mile.  There  is  no  material  physical  ob¬ 
stacle  in  the  way,  but  we  cannot  but  regard  such  a  line  as  merely  a  temporary  ex¬ 
pedient.  It  would  involve  the  necessity  of  using  assisting  engines ;  and.  at  a 
future  day,  when  the  increased  trade  which  is  anticipated  should  demand  the  avoid¬ 
ance  of  those  planes,  these  five  miles  must  be  abandoned,  and  the.  money  expended 
would  be  a  dead  loss  to  the  Commonwealth.  It  would  also  force  the  heavy  trade  of 
the  Portage  road,  already  exceeding  200,000  tons  per  annum,  to  be  dragged  up  150 
feet  higher  than  by  the  proposed  new  line 

It  is  so  well  known  te  the  Board,  that  it  is  perhaps  scarcely  necessary  for  us  to 
■repeat  that  the  present  Portage  railroad  is  a  worn  out  public  work ;  and  that  for  the 
proper  economical  accommodation  of  the  increasing  business  seeking  the  State  im¬ 
provements,  some  efficient  change  is  indispensable,  at  the  earliest  possible  period. 
The  day  for  temporary  expedients  of  any  kind,  in  a  great  work  of  this  character, 
has  passed.  The  old  Portage,  once  the  wonder  of  the  age  in  which  -it  was  con¬ 
structed,  has  done  its  work;  and  sound  policy,  as  well  as  true  economy,  dictate  that 
the  Commonwealth  should,  without  the  unnecessary  delay  of  a  single  day,  apply 
the  most  radical  and  perfect  remedy.  Our  examinations  and  calculations  in  connec¬ 
tion  with  the  questions  submitted  to  us,  have  convinced  us  that  the  direct  saving  to 
the  State  (over  the  present  mode  of  operating),  by  the  construction  of  the  line  on  the 
route  proposed,  will  more  than  pay  the  interest  on  the  entire  cost  of  the  work,  inde¬ 
pendently  of  the  sums  that  may  be  realized  from  the  sale  of  engines,  old  rails,  &c. 
It  appears  to  be  conceded,  that  even  in  ihe  event  of  postponing  the  construction  of 
the  new  line,  a  large  expenditure  is  absolutely  necessary  to  place  and  maintain  the 
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present  road  in  a  fit  condition  to  do  justice  to  the  transportation  interests.  To  some 
extent  this  cost  must  be  encountered  ;  but  by  a  judicious  application  of  the  funds  to 
be  expended,  with  a  view  to  the  new  line,  a  considerable  portion  of  the  work  may 
be  made  permanently  available. 

The  whole  length  of  the  new  Portage  railroad  will  be  45  miles — 18  miles  from 
Hollidaysburg  to  the  summit,  and  27  miles  thence  to  Johnstown.  The  summit  is 
150  feet  lower  than  the  summit  on  the  present  road,  which  reduces  the  total  ascent 
and  descent  300  feet,  and  adds  one-eighth  to  the  working  capacity  of  the  road. 

In  Mr.  Faries’  estimate  of  the  cost  of  completing  the  line  with  a  single  track,  we 
find  that  he  has  provided  for  a  double  track  through  the  tunnel,  and  at  the  important 
cuts,  and  generally  along  the  route  where  the  addtional  outlay  would  not  be  material. 
Our  opinion  is,  that  the  road  should  be  graded  for  a  double  track  throughout  at  once  ; 
believing  that  on  the  opening  of  continuous  railroads  through  Pittsburg,  into  and 
across  Ohio,  Indiana,  Illinois,  Missouri,  Kentucky,  &c.,  the  Pennsylvania  and  the 
Allegheny  Portage  roads  will  both  be  crowded  with  business. 

We  do  not  feel  called  upon  to  offer  elaborate  views  with  respect  to  the  future 
prospect  of  business  on  the  State  improvements  ;  but  we  cannot  refrain  from  remark¬ 
ing  that,  in  our  opinion,  the  immense  growing  business  between  Philadelphia  and 
Baltimore  and  the  great  west,  passing  through  Pennsylvania,  will  afford  an  abundant 
and  profitable  source  of  revenue  to  all  the  main  lines  now  in  progress  ;  and  that  a 
fair  spirit  of  generous  rivalry  will  lead  eventually  to  the  good  of  all.  The  opening 
of  the  Buffalo  and  Albany  and  New  York  and  Erie  railroads,  although  they  are 
parallel  with  and  apparently  rivals  to  the  New  York  canal,  seems  to  have  had  a  de¬ 
cisively  beneficial,  instead  of  an  injurious  effect  on  the  business  and  income  of  the 
New  York  State  works.  We  look  for  a  similar  result  in  Pennsylvania.  If  this  view 
be  correct,  it  is  important,  not  only  that  the  State  should  keep  her  canals  themselves 
in  good  order,  but  that  she  should,  at  the  earliest  moment  practicable,  complete  the 
most  perfect  system  of  connecting  them  which  the  character  of  the  intervening 
country  permits.  This,  we  are  confident,  will  be  found  in  the  line  we  have  described, 
avoiding  all  the  planes,  which  can  be  constructed  and  opened  throughout  by  the  fall 
of  1853.  From  the  action  of  the  Legislature  we  infer  that  it  is  their  intention  to 
make  a  complete  work  across  the  mountain  ;  and  when  it  is  considered  that  the 
actual  cost  per  mile  will  be  less  than  the  average  cost  of  most  of  our  eastern  roads, 
we  think  there  can  be  no  good  ground  for  hesitation  or  delay.  We,  therefore,  re¬ 
spectfully,  but  earnestly  recommend  the  adoption  of  and  speedy  commencement  of 
operation,  on  the  line  traced  from  the  foot  of  plane  No.  4  to  Hollidaysburg,  avoiding 
all  the  planes. 

All  of  which  is  respectfully  submitted. 

W.  MILNOR  ROBERTS, 
EDWARD  F.  GAY, 

Civil  Engineers . 

The  views  entertained  by  Mr.  Roberts  and  Mr.  Gay  in  the  foregoing  report,  lam 
happy  to  find  fully  approves  of  the  policy  and  practicability  of  avoiding  ail  the  planes 
on  the  Allegheny  Portage  railroad.  Indeed  it  would  seem  that  a  doubt  could  not 
exist  in  the  mind  of  any  one  who  would  thoroughly  investigate  the  project,  but  that 
it  is  the  only  mode  by  which  the  main  line  of  .he  State  works  can  be  sustained,  and 
enabled  to  compete  successfully  for  the  western  and  lake  trade. 

Respectfully, 

ROBERT  FARIES. 


